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(57) ABSTRACT

An apparatus and method for improving the safety of
railroad systems of the present invention includes a system
for navigating a railroad vehicle over railroad tracks. An
attitude sensor 1s used to dynamically sense the attitude of
the railroad vehicle as it travels over a set of railroad tracks.
By sensing the attitude of the railroad vehicle, a determina-
tion of the condition of the railroad tracks can be made. The
apparatus also sensed the position of the railroad vehicle 1n
real time to correlate the sensed attitude with a precise
position along the railroad tracks. The navigation system 1s
capable of determining a highly accurate position of the
vehicle 1n real time. The position of the vehicle 1s also used
to navigate the railroad vehicle.
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APPARATUS AND METHOD FOR
IMPROVING THE SAFETY OF RAILROAD
SYSTEMS

This 1s a continuation of application Ser. No. 08/811,128
filed on Mar. 3, 1997, now U.S. Pat. No. 5,986,547.

BACKGROUND OF THE INVENTION

1. Field of the Invention

The present invention relates to the railroad industry.
More particularly, though not exclusively, the present inven-
tion relates to a system for navigating a railroad vehicle car
over a set of railroad tracks.

2. Problems 1n the Art

The largest hazard 1n the railroad industry 1s train derail-
ments. Each train derailment can cost a railroad company 1n
excess of $1 million in property damage and repair.

The most common cause of train derailments 1s faulty
railroad tracks. After a length of railroad tracks 1s used over
a long period of time or set on unstable grounds, the rails
may not provide the train cars with a solid and even surface.
A typical railroad track consists of a pair of parallel 1ron rails
mounted to a plurality of wooden railroad ties placed
perpendicular to the rails one after the other. The rails are
cach secured to the ties. The ties are each placed directly on
a ground surface. A number of conditions can cause the rails
to become uneven or unsolid. Those conditions mclude worn
ties or rails, settling ground, erosion, faulty construction, and
other factors. These conditions can be worse on tracks
having a high amount of train traffic or tracks having traffic
with heavy loads.

A potential hazard exists when the rails become uneven.
When the rails of a railroad track are uneven, a train car
raveling over the tracks will tend to lean towards the side of
he track with the lower rail. As a train travels along the
racks, the train cars may wobble back and forth because of
he uneven rails. This condition 1s the most common cause
of train derailments.

1
1
1
1

Equipment exists in the prior art to repair railroad tracks
that are set on settled ground, worn, or not set properly. One
such device 1s commonly known as a rail tamper which 1s
used to reset railroad tracks. However, rail tampers are very
expensive (millions of dollars) and therefore can be prohibi-
tively expensive considering the length of railroad tracks
across the country. While 1solated spots along railroad tracks
can be repaired by tampers, 1t 1s not practical to reset entire
lengths of tracks.

There 1s no method known 1n the prior art to determine
where the railroad tracks are hazardous. Even if there were
a way to determine 1f one individual section of tracks were
bad, this would have to be determined over very short
intervals (a few feet) along the entire distance of the track
since one bad spot can cause a derailment.

Another problem in the rail industry deals with the
navigation of trains. Since a plurality of trains use the same
sets of tracks, a hazard exists when two different trains
occupy the same track with a close proximity to each other.
In order to reduce the risk of a collision, railroad companies
will try to keep track of where each train 1s 1n order to avoid
collisions. Prior art attempts to navigate trains include using
global positioning system (GPS) receivers or transponder/
interrogator schemes.

Both of these prior art navigation systems have limita-
tions. With a transponder/interrogator system, a number of
transponders are placed on the railroad tracks at certain
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places along the track. An interrogator device 1s installed on
the train and can determine when the train has passed over
a transponder. One common failure with this system i1s
caused by misplaced transponders. This may result from
vandalism, maintenance errors, etc. Transponders can also
be damaged from dragging equipment or weather condi-
tions. The transponders will also become covered with snow
or ice during cold weather seasons. This etfects the ability of
the transponder/interrogator to function properly. The
transponder/interrogator system 1s also limited by the num-
ber of transponders used. It 1s prohibitively expensive to
include enough transponders to achieve a high level of
accuracy. To alleviate this problem, prior art systems use
devices such as odometers allow the train to estimate where
it 1s when 1t 1s between transponders. This still results 1n a
system without the accuracy and reliability desired.

Using a GPS receiver to navigate a train also has disad-
vantages. The use of GPS receivers as a navigator 1s limited
by terrain, foliage, and satellite geometry relative to the
terrain and the vehicle. A GPS receiver will be unable to
track satellites when the train 1s traveling through a tunnel or
under a bridge. Similarly, when traveling near mountains,

buildings, and track side foliage, the satellites may be
blocked from view. As a result, like with the transponders,
the user must rely on on-board odometers to determine a
current location. In addition to these problems are various
problems that are inherent with GPS which are known 1n the
art. Using a GPS receiver as a primary navigator intensifies
these problems. A GPS position calculation has a lag time.
As a result, the position solution provided by a GPS receiver
tells a user where the vehicle was a moment ago rather than
in real time. Another problem with GPS systems are the
errors resulting from the antenna lever arm problem. A GPS
antenna typically 1s a certain distance away from the GPS
recerver. Since the GPS antenna 1s the collection point of the
GPS signals received, the position solution will not accu-
rately describe the position of the GPS receiver or some
other reference point. If the geometrical distance between
the GPS receiver or reference point and the GPS antenna 1s
known, the position of the reference point may be calcu-
lated. However, as a ground based vehicle travels over
uneven terrain such as terraces, slopes, ruts, bumps, etc., the
actual position of the GPS antenna cannot be determined
resulting 1n erratic GPS position solutions.

Most prior art attempts to use a GPS navigation system
attempted to deal with GPS problems by correcting GPS
drift and lag time. However no prior art system navigating
by GPS has achieved the high accuracy and real time
solutions required for applications requiring a high level of
accuracy. The prior art attempts have not provided an
adequate solution because GPS does not provide a continu-
ous navigation solution. A GPS system will update its
position periodically, not in real time, and a lag time 1s still
involved. Another problem with a GPS system 1s the pos-
sibility of a signal dropout of the satellite signals. The
accuracy of a GPS system 1s also limited due to the errors
caused by the 1onosphere. Another problem with GPS sys-
tems 1s that altitude data provided by a GPS receiver 1s not
precise.

FEATURES OF THE INVENTION

A general feature of the present mnvention 1s the provision
of navigation system for a rail vehicle which solves prob-
lems found 1in the prior art and reduces the risk of accidents
in railroad systems.

A further feature of the present invention is the provision
of a navigation system which 1s used sense the attitude of a
rail vehicle to determine hazardous spots on railroad tracks.
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A further feature of the present invention 1s the provision
of a navigation system for a rail vehicle which senses the
position of the rail vehicle using an 1nertial system with a
radio navigation receiver to correct for drift errors of the
inertial system.

A further feature of the present invention 1s the provision
of a navigation system for a rail vehicle which senses the
attitude and position of the rail vehicle 1n real time.

A further feature of the present invention 1s the provision
of a navigation system for a rail vehicle which senses the
attitude of the rail vehicle and stores that value in memory.

A further feature of the present invention 1s the provision
of a navigation system for a rail vehicle which accurately
determines the position of the rail vehicle 1n real time.

A further feature of the present invention 1s the provision
of a navigation system which reduces the risk of train
derailments by locating hazardous spots along the railroad
tracks.

A further feature of the present invention 1s the provision
of a navigation system using inexpensive sensors to achieve
highly accurate results.

These as well as other features of the present invention
will become apparent from the following specification and
claims.

SUMMARY OF THE INVENTION

The present invention relates to a method and apparatus
for 1improving the safety of railroad systems. A railroad
vehicle 1s provided on a set of railroad tracks. The attitude
of the railroad is then determined to determine the condition
of the railroad tracks at that location.

Optionally, the user of the apparatus can selectively repair
or replace portions of railroad tracks based on the deter-
mined condition of the railroad tracks. The mmvention may
also optionally be used to dynamically determine the accu-
rate value for the location of the railroad vehicle.

BRIEF DESCRIPTION OF THE DRAWINGS

FIG. 1 1s a perspective view of a train traveling over a set
of railroad tracks.

FIG. 2A 1s an end view of a railroad car positioned on a
pair of even rails.

FIG. 2B 1s an end view of a railroad car sitting on a pair
of uneven rails.

FIG. 2C shows the view of FIG. 2B except with the rails
being uneven 1n the opposite direction.

FIGS. 3A-3C show enlarged cross-sectional views of the
rails shown in FIGS. 2A, 2B and 2C, respectively.

FIG. 4 shows a block diagram of the primary hardware
clements of the navigation/guidance system of the present
invention.

FIG. § shows a functional block diagram of the attitude/
heading portion of the present invention.

FIG. 6 shows a functional block diagram of the position
correction function of the present invention.

FIG. 7 shows a functional block diagram of the dead
reckoning navigation function of the present invention.

FIG. 8 shows a functional block diagram of the guidance
function of the present invention.

DETAILED DESCRIPTION OF THE
PREFERRED EMBODIMENT

The present invention will be described as 1t applies to its
preferred embodiment. It 1s not intended that the present
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invention be limited to the described embodiment. It is
intended that the 1nvention cover all alternatives,
modifications, and equivalences which may be included
within the spirit and scope of the mvention.

FIG. 1 shows a train engine 70 traveling on a railroad
track consisting of a pair of rails 72A and 72B mounted on
a plurality of railroad ties 74. Installed in the engine 70 1s a
navigation system 10 which i1s shown 1n detail in FIGS. 4-8
and described 1n detail below. The navigation system 10 has
two primary functions. First, the navigation system 10 uses
an 1nertial navigator to sense the attitude of the host vehicle,
in this case the train engine 70. Note that the host vehicle
could be any type of vehicle which 1s capable of traveling
over railroad tracks. Second, the navigation system 10 uses
a dead reckoning navigator to determine the location of the
engine 70 at any time. While the preferred embodiment
includes a navigation system using a radio navigation
receiver (discussed below), the attitude sensor does not
necessarily rely on the radio navigation sensor.

An engine 70 having a navigation system 10, 1s capable
of accurately determining the attitude of the engine 1n real
time 1n order to determine the condition of the railroad tracks
over which 1t 1s traveling. The attitude sensed by the system
10 1s used to calculate the difference between the heights of
the rails 72A and 72B. If one of the rails 1s significantly
lower than the other, a rail car such as engine 70 traveling
over the rails 72A and 72B will tip while traveling over this
portion of the railroad tracks. Since most train derailments
occur because of worn, settled, or uneven tracks, by 1den-
tifying where the rails are uneven, the hazardous spots along
the railroad tracks can be identified.

FIG. 2A shows an end view of a rail car 70 with 1ts wheels
positioned on the rails 72A and 72B. The rails 72A and 72B
arc mounted on the railroad ties 74. FIG. 3A shows an
enlarged cross section of the railroad tie 74 and the rails 72A
and 72B shown 1n FIG. 2A. A horizontal reference line 78
1s shown 1 FIG. 3A extending from the top of rail 72A to
the top of rail 72B. As shown, the two rails 72A and 72B are
even. This results in the rail car 70 being positioned as
shown 1n FIG. 2A. Line 80 in FIG. 2A 1s a vertical reference
line which is disposed 90° (perpendicular) from the hori-
zontal reference line 78. The rails 72 and tie 74 shown 1n
FIGS. 2A and 3A are examples of non-hazardous railroad
tracks since the angle 0 1s zero and the distance d is zero.

In contrast, FIGS. 2B, 2C, 3B, and 3C show hazardous
raillroad tracks.

FIG. 3B shows a cross section of the rails 72A and 72B
and railroad tie 74 shown 1n FIG. 2B. As can be seen 1n FIG.
3B, the horizontal reference line 78 1s even with the top of
rail 72A but not rail 72B. This results 1n the rails 72A and
72B beimng uneven by a distance d. FIG. 3B also shows a
reference line 82 extending from the top of rail 72A to the
top of rail 72B. Reference line 82 1s disposed at an angle 0
from the horizontal reference line 78. This results in the rail
car 70 being positioned as shown 1n FIG. 2B. As shown 1n
FIG. 2B, the center line 84 of the rail car 70 1s at angle 0
from the vertical reference line 80. If the angle O and/or the
distance d 1s great enough, then the section of railroad tracks
shown 1n FIGS. 2B and 3B would be considered hazardous

and would be 1n need of repair.

FIG. 3C shows a cross section of the rails 72A and 72B
and railroad tie 74 shown 1n FIG. 2C. FIGS. 3C and 2C are
similar to FIGS. 3B and 2B, but show the angles 1n opposite
directions. As can be seen 1 FIG. 3C, the horizontal
reference line 78 1s even with the top of rail 72B but not rail

72A. This results 1n the rails 72A and 72B being uneven by
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a distance d. FIG. 3C also shows a reference line 82
extending from the top of rail 72A to the top of rail 72B.
Reference line 82 1s disposed at an angle O from the
horizontal reference line 78. This results 1n the rail car 70
being positioned as shown 1n FIG. 2C. As shown 1n FIG. 2C,
the center line 84 of the rail car 70 1s at angle 0 from the
vertical reference line 80. If the angle 0 and/or the distance
d 1s great enough, then the section of railroad tracks shown
in FIGS. 2C and 3C would be considered hazardous and

would be 1n need of reparr.

As can be seen from FIGS. 2A-3C, if the angle 0O or
distanced for a particular portion of railroad tracks 1s known,
that portion can be labeled as hazardous or non-hazardous or
simply recorded to keep a record of the condition of various
portions of the tracks.

The criteria for labeling a track hazardous or non-
hazardous depends on many factors including the type of
soil the tracks are set on, the amount of train traffic, the type
of train traffic (heavy or light, for example), and many other
factors. As a result, the tolerable distance d or angle 0 will
vary. A railroad company using the present invention may
not even label parts of the tracks as being hazardous or
non-hazardous, but rather would keep a record of the data
collected by the present invention to determine which tracks
to repair or replace or to determine how various factors
cifect the conditions of the tracks.

The navigation system 10 of the present invention
includes an 1nertial system including gyros and accelerom-
eters. This 1s described 1n detail below. By accurately
sensing the attitude of the rail car 70 as the rail car 70 passes
over the railroad tracks, the condition of the tracks can be
determined. By knowing the attitude of the rail car 70, the
angle O or distance d can easily be determined. Since the
navigation system 10 can also accurately determine the
position of the host vehicle in real time, the sensed attitude
at any time can be correlated to a specific location. As a
result, as the rail car 70 travels over the railroad tracks, the
navigation system 10 can store values for the vehicle attitude
and correlate those values to a specific location along the
railroad tracks. In this way, a railroad company can have
detailed data indicating the condition of the railroad tracks
at any position along the tracks. This method of determining
the condition of railroad tracks can be even further refined
by repeatedly recording and storing the sensed attitude along,
the tracks and comparing it to previously recorded data.

In this way, a railroad company may keep a record of the
rate at which specific portions of track deteriorate, thereby
being able to predict when tracks need to be replaced or
repaired. Since tracks can be repaired before they are bad
enough to cause a derailment, train derailments can be
significantly reduced.

Since the navigation system 10 1s capable of sensing the
host vehicle’s position 1n real time, the navigation system 10
1s a navigator. Since there 1s a need for trains to be mterop-
erable among railroads requires that a location system be
adopted. It 1s important to know the precise locations of
tramns along railroad tracks in order to avoid collisions
between different trains using the same tracks. Along with
other problems, prior art navigation systems are typically
not accurate enough to discern between two parallel railroad
tracks. In other words, even 1f a system 1s accurate enough
to 1ndicate generally where along a track a train 1s, 1f two
tracks run parallel to each other, the prior art navigation
system cannot determine which track the train 1s on. The
navigation system 10 of the present invention 1s accurate
enough to discern between two parallel tracks. The naviga-
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tion system will continue to operate even while the trains go
trough tunnels or under foliage, etc. In addition, the railroads
could fit more trains on a given track if they knew precisely
where each train was located.

The following description describes in detail how the
navigation system 10 works.

The navigation/guidance system 10 of the present inven-
tion 1s a dead reckoning navigator which uses periodic GPS
fixes to correct the drift of the inertial system. The system

uses GPS antenna attitude compensation to improve the
accuracy of the GPS fixes. The system primarily uses speed
sensed by Doppler radar and attitude and heading sensed by
a set of gyros. As discussed above, systems using a Doppler
sensor and gyros have the problem of errors 1n the sensors.
In addition, 1n order to use inexpensive sensors, very large
errors are encountered. The system 10 uses various pro-
cesses to compensate for the errors. The heading sensed by
the gyros 1s aided by a magnetic heading compass and a GPS
receiver. The speed sensed by the Doppler radar 1s also aided
by the GPS receiver. The system also uses accelerometers to
improve the accuracy of the system. A set of horizontal
accelerometers measure the roll and pitch of the vehicle.
This 1s used to provide the attitude integration algorithm
(discussed below) with the vehicle horizontal rotations to
more accurately calculate the attitude and heading.

FIG. 4 shows the primary hardware elements of the
inertial navigation/guidance system 10 of the present inven-
tion. The system 10 1s comprised of a personal computer
(PC) 12 which includes a CPU, memory and input/output
clectronics. Although the embodiment shown 1n the draw-
ings shows a personal computer, the 1nvention could use a
processor circuit that mcludes a CPU, memory, and input/
output electronics on a single processor card. A GPS receiver
14 plugs directly 1nto an open PC expansion slot. Any GPS
recerver suitable for use with the present invention may be
used, however the preferred GPS receiver is the NovAtel
GPS receiver card #951R. Alternatively, the system 10 could
simply have a connector that would receive GPS data from
any existing GPS receiver. Any other type of radio naviga-
fion system or combination of systems could be substituted
for the GPS system such as LORAN, GLONASS, ectc. A
keyboard or keypad 16 1s connected to the PC 12 and 1s used
as a user 1nterface to input data or control the system 10. A
display unit 18 1s also connected to the PC 12. The display
unit 18 1s used to display various information to a user. The
display unit 18 could take on many forms, but 1s preferably
comprised of a CRT display. The display unit could even be
comprised of a display screen that shows the operator a
graphic of the surrounding area including the railroad tracks
and could indicate where the vehicle has been and where it
1s going. All sensor 1nput data to the PC 12 will be digital
serial. If any of the selected sensors provide only analog
outputs, A/D converters will be used where required to
obtain the appropriate input data formats. Also shown in
FIG. 4 1s a block diagram of the power supply circuit used
by the present invention. The power supply circuit includes
a 12 volt battery 32, a voltage converter 34 and a power
supply 36. The power supply circuit provides the system 10
with 110 volts AC and a regulated DC voltage.

A portable DGPS receiver 20 1s also connected to the PC
12. The DGPS radio receiver 20 receives DGPS data for use
by the PC to overcome the effects of Selective Availability
(SA) as well as other imperfections in the time-coded signals
broadcast by the NAVSTAR satellites. The use of DGPS
provides a more accurate location solution than GPS alone.
The GPS radio receiver 20 may be any type of DGPS
receiver suitable for use with the present invention but 1is
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preferably the Smartbase model number 10, manufactured
by Premier GPS Inc. Also note that the present invention
would work without using DGPS, although the accuracy
may be less. One alternative to the preferred embodiment 1s
to use a recerver that uses a combination of GPS and
GLONASS signals to produce a more accurate radio navi-
gation system.

A GPS antenna 22 is connected to the GPS receiver 14 to
provide the GPS receiver 14 with GPS signals from the
NAVSTAR satellites. The GPS antenna 22 acts as the
collection point for GPS signals received by the GPS
receiver 14. The GPS antenna 22 1s mounted to the host
vehicle (for example, on the train engine 70 shown in FIG.
1) at a known location such that the location of the antenna
22 1s always known relative to the GPS receiver 14 or some
other reference point.

As shown m FIG. 4, a number of sensors are also
connected to the PC 12. Three rate gyros 24, three acceler-
ometers 26, and a magnetic heading compass 28 are con-
nected to the PC 12 to provide the system with various data.
Preferably, the gyros 24, accelerometers 26 and the magnetic
heading compass 28 are assembled together in a single unait.
A position change sensor 30, preferably comprised of a
Doppler radar 1s also connected to the PC 12 to provide the
system with speed data. Although the preferred embodiment
uses three each of the gyros 24 and accelerometers 26, more
or less could be used. The choice of using two or three
accelerometers depends on such factors as the level of
accuracy desired, the application of the system, and the
sophistication of the Kalman filter, etc. The gyros 24 act as
angular change sensors, so therefore, any device with the
same function could be substituted for the gyros 24. The
preferred gyros are the model ENV-05H-02 manufactured
by Murata Erie Co., Ltd. Similarly, the accelerometers 26
could be substituted by an equivalent device such an
inclinometer, tilt sensors, etc. The preferred accelerometer 1s
the model 02753-01 manufactured by Lucas Control System
Products. The magnetic heading compass could also be
substituted by any other heading sensor, for example, a
fluxgate compass. The preferred magnetic heading compass
1s the model C100 manufactured by KVH Industries, Inc.
Also note that the magnetic heading compass 28 1s optional.
Depending on the sophistication of the Kalman filter and
other factors, the magnetic heading compass 28 may not be
needed by the system. The Doppler radar 30 functions as a
position change sensor, so therefore any equivalent device
could be substituted for the Doppler radar such as an
odometer or any other device used to derive the vehicle
speed. The preferred Doppler radar 1s the model Radar II
manufactured by Dickey-John.

FIG. § shows a functional block diagram of the attitude/
heading portion of the invention. The navigation/guidance
system 10 uses software which performs the functions
described and outlined in the figures. As described below,
the attitude integration algorithm 42 uses the angular rates
from the gyros 24, horizontal accelerations from the hori-
zontal accelerometers 26, and heading and attitude error
estimates from the other sensors to calculate a value for the
vehicle’s attitude (pitch and roll) and heading. The attitude
and heading are primarily sensed by the gyros 24. The
various sensors are used together as shown 1n the figures to
obtain a more accurate value for attitude (pitch and roll) and
heading. The data from the gyros 24 i1s applied the gyro
compensator function 40 which applies constant values such
as a scale factor, misalignment and fixed bias to the data and
also applies changing values such as an estimated dynamic
bias to the data. The data 1s then provided to the attitude
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integration algorithm 42 to calculate the attitude and head-
ing. The horizontal accelerometers 26 provide data to the
accelerometer compensation function 46 which applies con-
stant values such as scale factor, bias, and misalignments to
the data. The compensated data from the accelerometers 26
is then provided to a direction cosine matrix (shown in FIG.
5 as the body to navigation frame transformation function
48) and a platform leveling/damping function 50. The yaw
attitude 1s slaved to the magnetic heading reference supplied
by the magnetic heading compass 28. This, along with data
from the GPS position are used by a blending filter 44 to
provide a heading error estimate to the attitude integration
algorithm 42. A pitch and roll error estimate 1s also provided
to the attitude imtegration algorithm 42. The pitch and roll
error estimate 1s derived from data from the Doppler radar
30, the horizontal accelerometers 26, and the gyros 24.

The attitude, heading and corresponding time are saved 1n
a data table for interpolation to the GPS data time. This
interpolated data 1s required to provide position corrections
to the GPS position fix (see discussion of FIG. 6 below) for

use 1n the dead reckoning navigation function shown 1n FIG.
7 (discussed below).

FIG. 6 1s a block diagram of the position correction
function. As described above, the GPS receiver 14 1s con-
nected to the GPS antenna 22 to receive GPS data signals
from the NAVSTAR satellites. The GPS receiver 14 also
recerves DGPS data from the DGPS radio receiver 20 to
improve the GPS accuracy. The position corrections Ic, Lc
are calculated based on the latest position Ir, Lr provided by
the GPS receiver 14, the saved/interpolated dead reckoned
position Is, Ls, and the GPS antenna moment arm (lever
arm) corrections (discussed below) la, La based on the
saved/interpolated attitude data corresponding to the GPS
data time.

The system uses the attitude data from the navigation
system 10 for GPS antenna lever arm corrections. An
antenna mounted on top of a vehicle such as a train 70 would
be about 13 feet from the ground and will experience attitude
excursions as the vehicle travels over the railroad tracks. As
shown 1n FIG. 6, the system takes this into account by using
the attitude data to make GPS position corrections based on
the current attitude of the vehicle and the known position of
the GPS antenna relative to the vehicle. As a result, as the
vehicle travels over uneven tracks or terrain, etc., even
relatively large swings of the GPS antenna will not effect the
accuracy of the GPS position. Using similar techniques, the
position calculated by the system can be transferred to any
part of the vehicle.

FIG. 7 shows a block diagram of the dead reckoning
navigation function. The velocity sensed by the Doppler
velocity sensor 30 1s transformed from mount to body axes,
then transformed from body to local level axes using the
attitude (pitch and roll) and heading data from the attitude
integration algorithm 42 shown 1n FIG. 5. After the body to
local level transform, the velocity is then transformed from
local level to north referenced navigation axes. Finally, the
data 1s provided to the position integration function 52
which 1s reset according to the available position correction
values Ic, Lc coming from the position correction function

shown 1n FIG. 6.

FIG. 8 shows a block diagram of the guidance function of
the present invention. For use with the preferred embodi-
ment (trains), a guidance system may not be needed.
However, other host vehicles, especially vehicles which
have a steering mechanism may include the guidance func-
tion. As shown 1n FIG. 8, the position of the vehicle
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determined by the position integration (FIG. 7) is supplied
to a guidance algorithm 54 along with the vehicle’s heading
and the desired path. The guidance algorithm 54 uses this
data to determine the cross track error and the heading error.
From the cross track and heading errors, the system creates
cuidance commands. The guidance commands are provided
to an operator perceivable display 56 and/or an automatic
steering mechanism 358. The display 56 may take on any
form. The display 56 could be display unit 18, a light bar, or
any other type of operator perceivable indicator. The auto-
matic steering mechanism 358 could also take on any form.
For example, the steering mechanism could be a hydraulic
steering mechanism.

The navigation/guidance system of the present invention
operates as follows. Before the host vehicle moves, the
navigation system will initialize itself. The attitude (pitch
and roll) 1s initialized by the accelerometers 26. The heading
1s 1nitialized by the magnetic heading compass 28. The
heading 1nitialization 1s the most important initialization
step. If the vehicle 1s moving the magnetic heading compass
28 will not be used to initialize the heading. The system 1s
initialized based on where the operator of the vehicle
indicates the vehicle 1s located and/or by GPS data. In other
words, the operator can manually enter in the 1itial location
and/or the system can use the GPS location.

Once the host vehicle begins moving the system 10 uses
the various sensors to sense the movement of the vehicle.
The attitude (pitch and roll) and heading of the host vehicle
1s sensed by the gyros 24. The speed of the vehicle 1s sensed
by the Doppler radar 30. After sensing the attitude, heading,
and speed, the system 10 calculates the velocity of the
vehicle. The velocity of the vehicle 1s then mtegrated to
determine the position of the vehicle. The system then uses
a process to correct for errors in the system (see FIG. 6). The
speed, heading and dead reckoning position errors are cor-
rected by periodic GPS fixes. The attitude pitch and roll
errors are corrected by sensing the acceleration caused by
the motion of the vehicle. This 1s done via the accelerom-
eters 26 and the knowledge of the vehicle speed and rotation
rate. The accelerometers 26 sense the specific force accel-
erations acting on the vehicle including gravity, the accel-
eration of the vehicle, and centrifugal force. The gravity
force 1s a known value and can be subtracted out. The
remaining accelerations are then integrated to get a velocity.
Similarly, the velocity and rotation rate of the vehicle are
known and can be subtracted out. The remaining values can
be used to correct the attitude errors.

Again, although the host vehicle of the preferred embodi-
ment (rail car 70) may not use a guidance system, other types
of host vehicles, such as a tractor, may. A vehicle using the
navigation system 10 to help control a guidance system
operates as follows and as described with FIG. 8 above. The
primary information used by the guidance system from the
navigation system 10 is the position of the host vehicle. As
shown 1n FIG. 8, the guidance system receives a position
signal from the navigation system 10 at a rate of 10 Hz. The
cguidance system also receives a vehicle heading signal from
the navigation system 10 at a 10 Hz rate. Of course, the
position and heading data could be received at any other
suitable rate, but 10 Hz 1s the preferred rate. The desired path
of the vehicle 1s provided to the guidance system from the
processor memory, user mput, or any other source. The
cuidance system computes cross track and heading error.
Cross track error 1s the distance the vehicle 1s off from the
desired path. Heading error 1s defined as the angular differ-
ence between the vehicle velocity and the desired path. The
goal of the guidance system 1s to drive the cross track error
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to zero by guiding the vehicle along a desired path. The
cguidance algorithm 54 described above calculates the cross
track error and the heading error to create guidance com-
mands. These guidance commands are the steering signal
used by the operator or by an automatic steering mechanism
to steer the vehicle along the desired path.

A vehicle such as rail car 70 equipped with the navigation
system 10 of the present invention i1s capable of very
accurately keeping track of where the vehicle 1s and where
it has already been. This information can be used for any

number of purposes or applications. The navigation system
provides accurate, real time data sufficient to allow a guid-

ance system to navigate along a curved path.

The preferred embodiment of the navigation system 10 of
the present invention may be configured as follows. A sensor
package 1s contained within a single enclosure. The sensor
package includes the rate gyros 24, the accelerometers 26

and the magnetic heading compass 28. The sensor package
could act as a stand-alone 1nertial measurement unit with the
capability of connecting to a vehicle and any other sensors
desired. The Doppler radar position sensor 30 1s attached to
the vehicle and preferably pointed downward toward the
railroad tracks or ground at an angle of about 30°. A display
head includes the display unit 18, the processor 12, the GPS
receiver 14, a tactile device (e.g., a keypad or keyboard), the
DGPS radio receiver and the required power supplies. Two
antennas (one GPS and one DGPS) are attached to the

vehicle and connected to the appropriate receiver.

The preferred embodiment of the present invention has
been set forth 1n the drawings and specification, and
although specific terms are employed, these are used m a
generic or descriptive sense only and are not used for

purposes of limitation. Changes in the form and proportion
of parts as well as 1n the substitution of equivalents are

contemplated as circumstances may suggest or render expe-
dient without departing from the spirit and scope of the
invention as further defined in the following claims.

What 1s claimed 1s:

1. A method of determining the location of hazardous
spots on a railroad track comprising the steps of:

providing an attitude sensor attachable to a rail car for
measuring the attitude of the rail car;

moving the rail car over a length of railroad tracks;

sensing the attitude of the rail car at a plurality of
positions on the railroad tracks as the rail car moves
over the length of railroad tracks;

comparing the sensed attitude at the plurality of positions
with reference attitudes at the plurality of positions; and

determining the location of hazardous spots on the rail-
road track based on the comparison of the sensed
attitudes with the reference attitudes.

2. A method of improving the safety of railroad systems

comprising:

providing a rail vehicle placed on a set of railroad tracks;

determining the attitude of the rail vehicle at a plurality of
positions on the railroad tracks;

sensing the position of the rail vehicle at the plurality of
positions;
storing 1nformation based on the sensed attitude and

sensed position for each of the plurality of positions;
and

forming a database using the stored information to 1ndi-
cate the current and past condition of the railroad
tracks.
3. The method of claim 2 further comprising the steps of:
predicting the future condition of the railroad tracks using
the database.
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4. The method of claim 2 further comprising the steps of: determining when the railroad tracks need to be repaired

determining the rate at which the condition of the railroad or replaced based upon the rate of deterioration.
tracks deteriorates using information stored 1n the data-
base; and £ % % % %
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